In this paper, the calculation of exhaust emission costs originating from aircraft and road vehicles in the base year 2017 and in the forecasting year 2032, in the Republic of Serbia, was carried out. The presented methodology includes a number of influential factors for air transport (airport capacity, number of operations, aircraft type, relevant engine, range) and for road transport (changing of traffic volumes, design and operating speeds, the quality of the pavement structure, type of terrain and category of road sections, dependence of exhaust emission from changes in vehicle speed). It was found that in the current operating conditions, the dominant costs in the total exhaust emission costs are the costs of nitrogen oxides (61%) in road transport, whilst carbon dioxide costs are dominant in air transport (52%). In the future, carbon dioxide costs will have a share of over 80% in the road transport sector and over 58% in the air transport sector in total exhaust emission costs. The average exhaust emission costs per one aircraft operation (international flights) will range from 141 to 145€. In road transport, the average exhaust emission costs at 100 km in 2032 will range from 1.8 to 2.2€.
Introduction
Transport is a key driver of economic and social development. Simultaneously, the transport sector is one of the major consumers of energy and consequently one of the major polluters. This sector represents an important source of greenhouse gas (GHG) emissions that are causing global warming and climate change. Also, it contributes to numerous urban and regional pollution-related environmental and human health problems through emissions of various air pollutants. This is also true for the European Union (EU), which makes significant efforts to ensure the reduction of these emissions and environmental sustainability. Namely, according to the European Environment Agency (EEA) data, the transport sector share was 27% of total EU-28 GHG emissions in 2016 [1] . On the other side, although the transport sector, in the last few decades, managed to significantly reduce emissions of air pollutants, such as carbon monoxide (CO) non-methane volatile organic compounds (NMVOCs), sulphur oxides (SO x ), nitrogen oxides (NO x ), as well as particulate matter (PM) emissions, it continues to be a significant source [2] . However, what is particularly worrying is the fact that the transport sector in almost all countries, even in those that represent top carbon emitter economies, has not yet managed to reduce carbon emissions [3] . This is due to the fact that the transport sector, especially road transport, is still dependent on fossil fuels, which is unsustainable in the long run.
According to the Statistical Office data of the Republic of Serbia, road transport plays a main role in passenger and freight transport in the Republic of Serbia. More precisely, road transport, traditionally, has the largest share in total passenger transport performance, expressed in passenger-kilometres (pkm) [4] . Also, analysing the modal split in freight transport it could be noted that the majority of total tonne-kilometres (tkm) in transport of goods is contributed by road and rail transport modes [4] . On the other side, the role of air transport is becoming increasingly important because it indicates significant growth of the performance especially in pkm travelled [4] . Consequently, road transport is the largest consumer of fuel among the transport sector, while on the other side, the share of air transport fuel consumption has been growing rapidly [5] . At the same time, this means that these two transport modes significantly contribute to the overall GHG and air pollutant emissions in the transport sector as well as in the Republic of Serbia in general. In order to develop an environmentally friendly transport system, a rapid reduction of those two transport modes' emissions will be required. Estimating current and modelling their future GHG and air pollutant emissions and their costs is the first step in achieving this goal.
The paper is organized as described below. The following section presents a brief literature review of the topic. The third section briefly describes the methodology for calculating exhaust emission costs in road transportation, while the methodology for calculating exhaust emission costs in air transportation is presented in section four. The fifth section presents and discusses the obtained results of the external cost estimations in road and air transportation. At the end, the sixth section presents the most important conclusions of this paper.
Literature Review
Analysing the relevant literature, it can be noticed that there are numerous studies dealing with sustainable development of transport. In some of these studies the negative environmental impacts are expressed as values of externalities while external cost values are calculated in others [6, 7] . Also, it is noticeable that researchers have used different methodology to determine these values. Therefore, comparison of the obtained results from different studies is not straightforward and must be carefully implemented. López-Martínez et al. [8] pointed to the existence of numerous models used to estimate pollutant emissions of road transportation, which can be divided into two large groups, micro or local and macro scale models. These authors developed a methodology for estimating the fuel consumption and emissions of vehicle fleets in urban environments [8] , while, for example, Ivković et al. [9] presented the methodology for estimating GHG emission costs in the road and air transport sector on a macro scale.
Understandably, in order to limit a global temperature increase to 2 • C [10] , a significant part of transport studies is focused on carbon dioxide (CO 2 ) and GHG emissions in general [11] [12] [13] . However, the problem of ecologically sustainable development of transport is far more complex. It concerns not only emissions of GHG but also emissions of air pollutants, such as CO, NMVOC, unburnt hydrocarbons (HC), NO x , SO x or PM, with negative impacts at local and regional levels. Many justify not including air pollutants in analyses by arguing that sources of GHG and these gases are the same. Numerous studies have confirmed that through measures created in order to reduce GHG emissions, the emission of air pollutants will also be reduced [14] [15] [16] [17] [18] . However, there are other examples in which this is not the case. For example, Fan et al. [19] noted that the selected transport could have a low GHG but high air pollutant emissions and vice versa. As an example, they compared the emissions of a truck and a ship on a route from Rotterdam to Genoa. Obtained results showed that the truck had lower PM 10 and NO x , but higher CO 2eq and sulphur dioxide (SO 2 ) emissions compared to the ship [19] . On the other hand, Givoni and Rietveld [20] analysed environmental consequences of two different types of aircraft and found that, evaluated in monetary terms, higher aircraft size and lower frequency generates lower total environmental consequences, but, individually speaking, their results showed that this will produce higher local air pollution but lower climate change impact.
Therefore, in order to create an environmentally sustainable transport, as emphasized by [19] , efforts should be made to develop a methodology to measure GHG and air pollutants simultaneously. There are numerous studies focusing on estimating and forecasting the emissions of both GHGs and air pollutants as well as developing different mitigation scenarios, especially related to road transport. For example, Lumbreras et al. [21] developed methodology to compute emission projections from road transport in Spain up to 2020 under five different scenarios, while Chavez-Baeza and Sheinbaum-Pardo [22] constructed three passenger road transport scenarios up to 2028 for the Mexico City Metropolitan Area. On the other hand, Liu et al. [23] constructed one business as usual and three improved scenarios that can lead the transport sector in China to achieve lower CO 2 and air pollutant emissions from 2010 to 2050.
This review identifies some research gaps. First, it is clear that there are numerous approaches that can be taken to estimate GHG and air pollutant emissions originating from transportation, which suggests that this is such a complex issue and that there is no one best way to do it. Second, there is space and a need to develop a methodological approach that will be able to consider both GHG and air pollutant emissions and consequently to determine the external costs of emissions for every single GHG or air pollutant in order to determine the total exhaust emission costs as accurately as possible. At the end, we have found that only a small number of studies dealt with measuring exhaust emissions in transportation in Serbia, while studies that calculate external costs of these emissions are even rarer. However, to the best of our knowledge neither of them dealt with prediction of both GHG and air pollutant emissions costs depending on the realization of development projects in the transport infrastructure.
Focusing on the existing research gaps, in this paper, we dealt with the following: first, how to measure and quantify external costs of GHG and air pollutant emissions in transportation and second, how to predict their future values depending on the realization of development projects in the transport infrastructure. Actually, this paper puts emphasis on road and air transportation and their emissions. The calculation of exhaust emission costs originating from aircraft and road vehicles in the base year 2017 and in the forecasting year 2032 was carried out on the main international airport and on the road network of the Republic of Serbia. Depending on the realization of development projects in the transport infrastructure, the range of total exhaust emission costs related to 2032 was determined.
Estimating current and modelling future transport GHG and air pollutant emissions costs presents the first step towards achieving a sustainable and environmentally friendly transport system. It enables transport policy makers to target emissions reductions, to design, implement and foster more effective policies and measures as well as to foresee consequences of the proposed policies and measures on the future GHG and air pollutant emissions and their costs. Also, the applied methodology identifies gases and pollutants with the largest contribution to these costs and emphasizes the importance of simultaneous assessment of GHG and air pollutants.
Methodology for Calculating Exhaust Emission Costs in Road Transportation
The methodological concept for determining the exhaust emission costs in road transport is shown in Figure 1 . Baeza and Sheinbaum-Pardo [22] constructed three passenger road transport scenarios up to 2028 for the Mexico City Metropolitan Area. On the other hand, Liu et al. [23] constructed one business as usual and three improved scenarios that can lead the transport sector in China to achieve lower CO2 and air pollutant emissions from 2010 to 2050. This review identifies some research gaps. First, it is clear that there are numerous approaches that can be taken to estimate GHG and air pollutant emissions originating from transportation, which suggests that this is such a complex issue and that there is no one best way to do it. Second, there is space and a need to develop a methodological approach that will be able to consider both GHG and air pollutant emissions and consequently to determine the external costs of emissions for every single GHG or air pollutant in order to determine the total exhaust emission costs as accurately as possible. At the end, we have found that only a small number of studies dealt with measuring exhaust emissions in transportation in Serbia, while studies that calculate external costs of these emissions are even rarer. However, to the best of our knowledge neither of them dealt with prediction of both GHG and air pollutant emissions costs depending on the realization of development projects in the transport infrastructure.
The methodological concept for determining the exhaust emission costs in road transport is shown in Figure 1 . The calculation of exhaust emission costs is carried out for the base year 2017 and forecasting year 2032 in the road network of the Republic of Serbia. For the year 2017 (named scenario S0 (2017)), the required data on the traffic volume were obtained on the basis of traffic counting on the road network for all roads of category IA, IB and part of roads of the category II, according to literature [24] [25] [26] . Initially, the prediction of exhaust emission costs for 2032 was based on changes in transport demands/volumes and road conditions on the road network. In 2032, two scenarios are considered. The first scenario (named Scenario S1 (2032)) is a scenario without investing in a transport infrastructure with transport demands forecasted in 2032. The second scenario (named Scenario S2 (2032)) is a scenario of maximum investment in the transport infrastructure (with transport demands forecasted in 2032), i.e., on the current multimodal transport network, a total of 27 development projects for road and rail transport mode were implemented, along with several river basin maintenance projects, defined according to the adopted General Master Plan for Transport in Serbia [27] . For the forecast of transport demands in 2032, a classic four-step transport model (first step: trip generation (i.e., creating of an origin/destination (O/D) matrix); second step: trip distribution (i.e., movements (passenger and freight flows) between origins and destinations); third step: modal split (i.e., choice of transport mode for trip realization); fourth step: assignment of traffic flows between origins and destinations by a particular transport mode to a specific route) was used. The model was developed and calibrated during the realisation of the actual national project "Software development and national database for strategic management and development of transportation means and infrastructure in road, rail, air and inland waterways transport using the European transport network models", No TR36027, 2011-2019 financed by the Ministry of Education, Science and Technological Development of the Republic of Serbia. According to the methodological concept presented on Figure 1 , that is, with the defined: traffic demands on the road network, road and traffic conditions on each of the 297 road sections of the road network, fuel consumption of each category of road vehicles, unit costs of pollutants and emission factors, the total exhaust emission costs can be determined by the derived formula, Equation (1):
where:
EEC-exhaust emission cost for the road network (€/year); DT-annual average daily traffic per vehicle category (vehicle/day); FC-fuel consumption of vehicle (l/km); f FC -correction factor of fuel consumption (-); ρ f -density of fuel (ρ gasoline = 0.710 kg/L, ρ diesel = 0.835 kg/L, ρ liquid petroleum gas = 0.560 kg/L); const-constant (const = 3.65 × 10 −4 ); L-length of road section (km); EF-emission factors (g pollutant /kg fuel ); f EF -factor of change in the emission of pollutants, depending on the different engine mode (i.e., at different vehicle speeds); UC-unit cost of pollutant (€/tonne); i-index of vehicle category (passenger cars-gasoline, passenger cars-diesel, passenger cars-liquid petroleum gas (LPG), buses, light trucks, medium trucks, heavy trucks, articulated trucks); j-index of road section (a total of 297 road sections within the road network); k-index of pollutants (CO, NO x , NMVOC, methane (CH 4 ), PM, CO 2 and SO x ); a-index of Scenario S0 (2017); b-index of Scenario S1 (2032); index c-Scenario S2 (2032).
In Equation (1), the FC on the individual road section was obtained by regression analysis of data in the form of "fuel consumption-vehicle operating speed" pairs ("FC-V"). The pairs "FC-V" by vehicle categories were obtained from the Highway Development and Management (HDM) model for a total of nine combinations of terrain type and values of IRI of concrete road section (terrain type: flat, hilly or mountainous; IRI: 2, 5 or 8 m/km). For each road section, it was necessary to collect the data about the IRI and the terrain type. The dependence of fuel consumption on operating speed, on the road section (j) for vehicle category (i), is given in the form of fourth-degree polynomials of Equation (2):
where: a 0 , b 0 , c 0 , d 0 , e 0 -regression coefficients of vehicles category (i) on the road section (j); V-operating speed of vehicles category (i) on the road section (j). Figure 2 gives an example of the "FC-V" dependence in the case of the road section with attributes: terrain type = flat and IRI = 2. In Figure 2 the corresponding regression coefficients in the table are shown. flat, hilly or mountainous; IRI: 2, 5 or 8 m/km). For each road section, it was necessary to collect the data about the IRI and the terrain type. The dependence of fuel consumption on operating speed, on the road section (j) for vehicle category (i), is given in the form of fourth-degree polynomials of Equation (2):
a0, b0, c0, d0, e0-regression coefficients of vehicles category (i) on the road section (j); V-operating speed of vehicles category (i) on the road section (j). Due to the mutual interaction of vehicles in the traffic flow, the fuel consumption was corrected with the correction factor fFC. This factor was obtained from the matrix of design and operating speeds taken from [28] . The fFC values for passenger vehicles range from 1 to 2.5 and from 1 to 1.8 for freight vehicles.
The emission factors from Equation (1), EF(i,k), represent the referent emission of pollutants (k) per vehicle category (i) that were produced at a specified operating speed. These factors are expressed in grams per kilogram of burned fuel. Since there is no such data for Serbia, EF(i,k) values for 2017 were obtained as the average values of emission factors for individual vehicle category (i) known for 28 European countries from literature [29] . Bearing in mind the year (2005) for which the values are given in this document, and that the average age of road vehicles in Serbia is about 16 years [30] , these values have been adopted as valid referent values of emission factors at the passenger vehicle speed of 70 km/h and freight vehicles speed of 50 km/h ( Table 1) .
The estimation of the emission factors for 2032 was made considering the age of road vehicles in 2017 and that the current vehicles on average meet the emission standards between EURO3 and EURO4 (EURO3 was implemented in 1999/2000, while EURO4 was implemented in 2005). Due to the necessary modernization of the vehicle fleet, it is expected that the vehicles for the forecasted year 2032 will be on the EURO6 level on average. Based on the difference in exhaust emissions for vehicles with EURO6 and EURO3/EURO4 engines [31] , Table 1 shows the estimated reduced values for CO, NOx, NMVOC, CH4 and PM, which are valid for 2032. According to [31] , the difference in fuel consumption for vehicles with a EURO6 engine in relation to vehicles with EURO3/EURO4 engines is insignificant. Therefore, for 2032, emission factors for CO2 are the same as for the base year 2017, Due to the mutual interaction of vehicles in the traffic flow, the fuel consumption was corrected with the correction factor f FC . This factor was obtained from the matrix of design and operating speeds taken from [28] . The f FC values for passenger vehicles range from 1 to 2.5 and from 1 to 1.8 for freight vehicles.
The emission factors from Equation (1), EF (i,k) , represent the referent emission of pollutants (k) per vehicle category (i) that were produced at a specified operating speed. These factors are expressed in grams per kilogram of burned fuel. Since there is no such data for Serbia, EF (i,k) values for 2017 were obtained as the average values of emission factors for individual vehicle category (i) known for 28 European countries from literature [29] . Bearing in mind the year (2005) for which the values are given in this document, and that the average age of road vehicles in Serbia is about 16 years [30] , these values have been adopted as valid referent values of emission factors at the passenger vehicle speed of 70 km/h and freight vehicles speed of 50 km/h ( Table 1) .
The estimation of the emission factors for 2032 was made considering the age of road vehicles in 2017 and that the current vehicles on average meet the emission standards between EURO3 and EURO4 (EURO3 was implemented in 1999/2000, while EURO4 was implemented in 2005). Due to the necessary modernization of the vehicle fleet, it is expected that the vehicles for the forecasted year 2032 will be on the EURO6 level on average. Based on the difference in exhaust emissions for vehicles with EURO6 and EURO3/EURO4 engines [31] , Table 1 shows the estimated reduced values for CO, NO x , Sustainability 2019, 11, 4688 6 of 18 NMVOC, CH 4 and PM, which are valid for 2032. According to [31] , the difference in fuel consumption for vehicles with a EURO6 engine in relation to vehicles with EURO3/EURO4 engines is insignificant. Therefore, for 2032, emission factors for CO 2 are the same as for the base year 2017, since CO 2 emission is directly dependent on fuel consumption [32] . On the basis of the trend of reducing the amount of sulphur in the fuels [29] , for 2032, sulphur amounts of 1 mass ppm (1 ppm = 1.00 × 10 −6 g of sulphur/g of fuel) of gasoline and 0.5 mass ppm of diesel were adopted. Emission factors of sulphur oxides was calculated as 2 × 1.00 × 10 −6 × 1000 = 0.002 g SOx /kg fuel for gasoline and 2 × 0.50 × 10 −6 × 1000 = 0.001 g SOx /kg fuel for diesel [31] . Since the pollutant emissions change with the engine operating mode, the dependence of the change of pollutant emissions in relation to the operating speed was determined. In Equation (1), this change is expressed by the factor f EF(i,j,k) . Based on the analysis of data on the variation of pollutant emission at different vehicle speeds from [31] , and by the regression analysis of the dependence between the factor f EF(i,j,k) and the operating speed, the form of the fourth degree polynomial for pollutants CO, NO x , NMVOC, CH 4 and PM, was determined using Equation (3):
where: a 1 , b 1 , c 1 , d 1 , e 1 -regression coefficients of the vehicle category (i) for the pollutant (k).
The values of f EF(i,j,k) are in the wide range of 0.3 to 4, depending on the vehicle category, different pollutants and operating speed. This factor corrects the referent values of the emission factors (from Table 1 ) relative to the operating speeds.
The calculation of exhaust emission costs implies the determination of unit costs of pollutants marked with UC (k) in Equation (1). The unit costs were obtained on the basis of research [33] . According to this document, in the first step, for each of the countries in Europe, the basic unit costs of pollutants NO x , SO x , NMVOC and PM in 2000 were determined. At the same time, socio-economic characteristics of countries and geographical position have been considered. Given the estimated average gross domestic product (GDP) growth at the European level of 2% in the period up to 2030 and 1% in the period from 2030 to 2050, it is possible to determine the unit cost of pollutants for any year in the range from 2000 to 2050. Data on unit costs of pollutants for 2017 and 2032 for pollutants NO x , SO x , NMVOC and PM are given in Table 2 . According to [34] , the unit costs for CO 2 in 2017 and 2032 have been adopted in the amount of 35.5 €/tonne and 58 €/tonne, respectively. Since CH 4 and CO in long distance transport can be treated as pollutants that affect climate change [35] , and on the basis of global warming potential (GWP) values for CH 4 and CO (GWP CH4 = 28; GWP CO = 3; [36] ), the following unit costs were adopted: UC CH4,2017 = 994 €/tonne, UC CH4,2032 = 1624 €/tonne, UC CO,2017 = 106.5 €/tonne, UC CO,2032 = 174 €/tonne.
Methodology for Calculating Exhaust Emission Costs in Air Transportation
According to the data reported by members states to the United Nations Framework Convention on Climate Change (UNFCCC) and European Environment Agency (EEA), the CO 2 emissions of all flights departing from airports in the European Union (EU28) and European Free Trade Association (EFTA) increased from 88 to 171 million tonnes (+95%) between 1990 and 2016 ( Figure 3 ). In comparison, According to [34] , the unit costs for CO2 in 2017 and 2032 have been adopted in the amount of 35.5 €/tonne and 58 €/tonne, respectively. Since CH4 and CO in long distance transport can be treated as pollutants that affect climate change [35] , and on the basis of global warming potential (GWP) values for CH4 and CO (GWPCH4 = 28; GWPCO = 3; [36] ), the following unit costs were adopted: UCCH4,2017 = 994 €/tonne, UCCH4,2032 = 1624 €/tonne, UCCO,2017 = 106.5 €/tonne, UCCO,2032 = 174 €/tonne.
According to the data reported by members states to the United Nations Framework Convention on Climate Change (UNFCCC) and European Environment Agency (EEA), the CO2 emissions of all flights departing from airports in the European Union (EU28) and European Free Trade Association (EFTA) increased from 88 to 171 million tonnes (+95%) between 1990 and 2016 ( Figure 3 The aviation industry with its growing potential is faced with carbon-neutral growth. It is based on a signed declaration from 2008 that is known as the four-pillar strategy for reducing emissions. Those four pillars are: technology [38] ; improved operational practices (including auxiliary power unit (APU) usage, weight reduction measures and more efficient flight procedures)) [39, 40] ; infrastructure improvements; and positive economic measures [9] . Figure 4 shows a schematic, indicative diagram dedicated to the emissions reduction roadmap [41] . The aviation industry with its growing potential is faced with carbon-neutral growth. It is based on a signed declaration from 2008 that is known as the four-pillar strategy for reducing emissions. Those four pillars are: technology [38] ; improved operational practices (including auxiliary power unit (APU) usage, weight reduction measures and more efficient flight procedures)) [39, 40] ; infrastructure improvements; and positive economic measures [9] . Figure 4 shows a schematic, indicative diagram dedicated to the emissions reduction roadmap [41] . CO2 emissions are directly related to fuel burn and fuel efficiency. Therefore, world-aknown manufacturers, Airbus and Boeing, are constantly working on the development of new models based on improved aircraft efficiency. For example, a recent version, the 737-800, can carry 48% more passengers, 119% further with a 67% increase in payload, while burning 23% less fuel-or 48% less fuel on a per-seat basis. Another example shows that the latest generation Airbus A320 is around 40% less expensive-and more fuel-efficient-to operate than the aircraft it replaced. Statistics show that, Airbus spends $265 million per annum on research and development in further improving the efficiency of the A320 family of aircraft [41] .
One of the biggest challenges in the aviation sector is how to perform more safely and efficiently in airspace which is shared by different users (not all aircraft operators are airlines). According to Single European Sky ATM Research Joint Undertaking (SESAR) innovative researches, new 'flexible use of airspace' concepts would bring savings in fuel and CO2. For example, it is estimated that there will be 3. (Table 3 ). Serbian flag carrier recorded the highest number of flights per day, whilst the most exploited aircraft type was A320-232, with a V2527-A5 engine. Calculation is based on International Civil Aviation Organization (ICAO) simple approach method and ICAO Aircraft Engine Emissions Databank [42] , based on aircraft type, engine and number of landing/take-off (LTO) cycles (Table 4 ). CO 2 emissions are directly related to fuel burn and fuel efficiency. Therefore, world-aknown manufacturers, Airbus and Boeing, are constantly working on the development of new models based on improved aircraft efficiency. For example, a recent version, the 737-800, can carry 48% more passengers, 119% further with a 67% increase in payload, while burning 23% less fuel-or 48% less fuel on a per-seat basis. Another example shows that the latest generation Airbus A320 is around 40% less expensive-and more fuel-efficient-to operate than the aircraft it replaced. Statistics show that, Airbus spends $265 million per annum on research and development in further improving the efficiency of the A320 family of aircraft [41] .
One of the biggest challenges in the aviation sector is how to perform more safely and efficiently in airspace which is shared by different users (not all aircraft operators are airlines). According to Single European Sky ATM Research Joint Undertaking (SESAR) innovative researches, new 'flexible use of airspace' concepts would bring savings in fuel and CO 2 . For example, it is estimated that there will be 3. (Table 3 ). Serbian flag carrier recorded the highest number of flights per day, whilst the most exploited aircraft type was A320-232, with a V2527-A5 engine. Calculation is based on International Civil Aviation Organization (ICAO) simple approach method and ICAO Aircraft Engine Emissions Databank [42] , based on aircraft type, engine and number of landing/take-off (LTO) cycles (Table 4 ). The year 2017 is used as a basis (Scenario 0-S0) with a total number of recorded aircraft operations of 58,633 (or 29,316.5 LTO cycles). For adequate comparison with the results provided in the road transport sector, the estimation was done for the two future development scenarios in the year 2032. Scenario 1 assumes the normal increasing rate on aircraft operations (1% annual rate or 68,333 aircraft operations) and Scenario 2 assumes an optimistic traffic increase rate (2.5% annual rate or 85,245 aircraft operations). Table 5 shows the realised traffic volumes for all vehicle categories per different scenarios. In Scenario S0 (2017) the total traffic volume of over 10 billion vehicle-kilometres (veh-kms) was achieved. Passenger vehicles (passenger cars and buses) have a dominant share in the total traffic volume of about 80%. Over 73% of freight traffic volume refer to articulated and heavy trucks.
Results and Discussion

Road Transportation
In Scenario S1 (2032), it is noticeable that the total traffic volume is 2.5 times higher than Scenario S0 (2017). By category of vehicles, the biggest change is characteristic for passenger cars (growth of 172%), while the smallest change is characteristic for buses (growth by 0.56%). The freight traffic volume was increased by an average of 48%.
In Scenario S2 (2032), there was an additional generation of total traffic volume due to the implementation of development projects on the road network. Compared to Scenario S1 (2032), the volume of traffic is higher by almost 5 billion veh-kms. The increased traffic volume is only characteristic for passenger vehicles (around 18% growth compared to scenario S1 (2032)). Improving the level of service on the rail network has redistributed freight traffic flows from the road network to the rail network, and then road freight vehicles have a lower traffic volume than in Scenario S1 (2032). On average, the decreasing rate is around 3.7%. For buses, this effect is even more pronounced-the decrease in bus traffic volume is lower by as much as 33%. Tables 6-8 show exhaust emission costs for different vehicle categories according to different scenarios. In Scenario S0 (2017), the total exhaust emission costs are around 354 million €. The largest share (over 60%) belongs to the costs of nitrogen oxide emissions. The main reason for this is the current age of the road vehicles in Serbia (about 16 years) (i.e., the higher emission factors of this pollutant, especially for buses and all sub-categories of freight vehicles) ( Table 7) . The costs of carbon dioxide emissions are about 30% of the total costs and depend directly on fuel consumption. Although PM unit costs are very high, due to relatively small emission factors, these costs have a share of 6.25% in total costs. The costs of other pollutants (CO, NMVOC, CH 4 , SO x ) are below 1%, in total of about 6 million €.
Scenarios S1 (2032) include the "modernization" of the road vehicle fleet, with emission factors significantly lower than in the case of Scenario S0 (2017). However, due to increased total traffic volume, exhaust emission costs are 58% higher than Scenario S0 (2017) and amounts to 560 million €. Observing all vehicle categories, the average exhaust emission costs per 100 km are about 2.2€ (in Scenario S0 (2017) this value is about 3.4€). Drastic reduction of emission factors of nitrogen oxides results that in the total costs, the largest share has carbon dioxide emission costs, over 80%. The relatively high unit cost of nitrogen oxides and a larger quantity of emissions compared to other pollutants causes a share of nitrogen oxides emission costs in the total value of about 15%.
In Scenario S2 (2032), 13 development projects were implemented on the road network. Improvements in road conditions led to an increase in the level of service, that is, to the reduction of congestions on the road network. Due to the increase in the capacity on some road sections, the flow/capacity ratio is lower and operational speeds are increased compared to the conditions in Scenario S1 (2032). The consequence of improvement of road and traffic conditions is that with the increased traffic volume of 15% compared to Scenario S1 (2032), lower total exhaust emission costs are realized. The total amount is 515 million €. The exhaust emission costs per 100 km are significantly lower than the previous two scenarios and are around 1.8€. The share of the exhaust emission costs of individual pollutant in total costs is very similar to Scenario S1 (2032) (i.e., CO 2 emissions costs are the main generators of total emissions costs). Average CO 2 emissions costs per 100 km are lower by 0.35 euro cents in comparison to the same costs in Scenario S1 (2032), which indicates that the average fuel consumption at the level of whole network is lower than in Scenario S1 (2032).
Air Transportation
Based on the provided methodology, total emissions per flight phase on 25 January 2017 are presented in Figures 5-8 . the main generators of total emissions costs). Average CO2 emissions costs per 100 km are lower by 0.35 euro cents in comparison to the same costs in Scenario S1 (2032), which indicates that the average fuel consumption at the level of whole network is lower than in Scenario S1 (2032).
Based on the provided methodology, total emissions per flight phase on 25 January 2017 are presented in Figures 5-8 . The provided analysis shows that the largest quantity of harmful substances (i.e., sulfur oxide, nitrogen oxide, carbon dioxide, etc.) emits from aircraft A310-308F with engine type CF6-80C2A8 and A330-243 with engine type TRENT 772C-60.
Moreover, emissions from the national airline fleet and the share in total emissions is calculated as follows: The provided analysis shows that the largest quantity of harmful substances (i.e., sulfur oxide, nitrogen oxide, carbon dioxide, etc.) emits from aircraft A310-308F with engine type CF6-80C2A8 and A330-243 with engine type TRENT 772C-60.
Moreover, emissions from the national airline fleet and the share in total emissions is calculated as follows: Since the most present aircraft type in airport operations is A320, the following calculation is based on its engine type and exhausted emissions. Considering data collection and obtained results, estimation of the cost of CO2 and other aircraft emissions released by the combustion of aviation fuel could be done in accordance with [43] . This document is based on recommended sources and defined values from the European Energy Exchange AG (EEX), Germany's energy exchange, which is the leading energy exchange in Central Europe and from the update of the Handbook on External Costs of Transport [44] .
The presented analysis shows that Scenario 1 increases total emission costs by 68.85% whilst Scenario 2 increases total emission costs by 110.65% (Table 9 ). Since the most present aircraft type in airport operations is A320, the following calculation is based on its engine type and exhausted emissions. Considering data collection and obtained results, estimation of the cost of CO 2 and other aircraft emissions released by the combustion of aviation fuel could be done in accordance with [43] . This document is based on recommended sources and defined values from the European Energy Exchange AG (EEX), Germany's energy exchange, which is the leading energy exchange in Central Europe and from the update of the Handbook on External Costs of Transport [44] .
The presented analysis shows that Scenario 1 increases total emission costs by 68.85% whilst Scenario 2 increases total emission costs by 110.65% (Table 9 ). EUROCONTROL [43] , provides the EU average for marginal air pollution costs for passenger aviation regarding distance group and aircraft type. Table 10 presents those emission costs. According to Table 9 and recorded and forecasted number of operations, it is possible to make a comparison regarding those two approaches. With regards to the NO x charges, an LTO NO x charge is currently made at several European airports and primarily targets local air quality. The level of the charge per kg of NO x is set at the local air quality (LAQ) damage costs of NO x locally, at or around airports. The charge is levied today in several countries: Sweden, England, Germany, Demark and Switzerland. For example [37] : at London Heathrow, the emissions charge per kg of NO x for fixed wing aircraft over 8618 kg was £8.82 (approx. €12) on 1 July 2014. Another example is recorded in Sweden in May 2016, where the emissions charge for aircraft exceeding 5700 kg is set at SEK 50 (approx. €5.33) per kg of NO x (for the sum of all 4 LTO modes: approach, taxi, take-off and climb).
Conclusions
The calculation of the exhaust emission costs for the road transport shown in this paper takes into account a large number of influential factors: changing of traffic volumes, changing of design and operating speeds, the mutual interaction of vehicles in the traffic flow, the quality of the pavement structure, the type of terrain of a road section, the category of road sections and the dependence of the exhaust emission from changes in vehicle speed. On the basis of the above, the following conclusions can be drawn.
Current exhaust emission costs in the road transport sector are mostly based on the emissions costs of nitrogen oxides. The primary reason is the high emission factors of NO x for all vehicle categories due to the obsolescence of the road vehicle fleet in Serbia. The secondary reason is the relatively high unit cost of nitrogen oxides. In 2017, freight vehicles generate 57% of the total exhaust emissions costs.
In 2032, the increase in the traffic volume and non-investing in the road transport infrastructure will result in an increase in the total exhaust emission costs compared to 2017. A reduction in emission factors, especially for freight road vehicles, is expected, and this will result in lower average emissions costs per 100 km than in 2017 by 35%. The share of passenger car exhaust emission costs in the total emission costs is dominant and amounts to 65%.
With the implementation of development projects in 2032, the total exhaust emission costs in the road transport sector and therefore the average exhaust emission costs per 100 km are reduced. Due to the use of other modes of transport, the freight traffic volume realized on the road network is decreasing. Consequently, the emission costs of passenger cars are even more pronounced in the total emission cost with a value of 72%.
The general conclusion is that the future use of various exhaust gas treatment devices (three-way catalysts, oxidation catalysts, diesel particulate (DP) filters) will lead to a significant reduction in emissions and emission costs of nitrogen oxides, particulate matters and carbon monoxide. This will affect the fact that the dominant pollutant, in terms of generating of exhaust emission costs in the next years in the road transport sector, will be carbon dioxide. In the forecasted time period, the share of carbon dioxide emissions in total exhaust emission costs will exceed 80% and will mainly be generated by passenger cars.
The calculation of the exhaust emission costs for air transport shown in this paper considers a large number of influential factors: airport capacity, number of operations, aircraft type, relevant engine and range. On the basis of the above, the following conclusions can be drawn.
The dominant pollutant in the air transport sector is carbon dioxide since the general approximation shows that one kilogram burned aircraft fuel generates 3.16 kg of CO 2 . Another higher pollutant is nitrogen oxide with a total share of 39% of the total exhausted costs. Nowadays, only several countries within Europe provide market measures for NO x and most efforts are focused on CO 2 carbon neutral growth and −50% reductions by 2050.
Those goals require a variety of measures based on: known technology, operations and infrastructure measures, bio-fuels and additional new generation technologies and economic measures. The provided research is a good platform for economic measures and therefore, it provides a forecast of the number of aircraft operations, emission costs and pollutants based on two independent sources. Comparing the provided results, it could be found that the average exhaust emission costs per one aircraft operation will range from 141 to 145€ in 2032.
The provided research could be used as a roadmap to calculate exhaust emission costs for other European airports based on the set future development scenario.
